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1
BRAKING SYSTEM

PRIORITY CLAIM

This patent application is a U.S. National Phase of Inter-
national Patent Application No. PCT/GB2012/000570, filed
4 Jul. 2012, which claims priority to British Patent Appli-
cation No. 1111366.9, filed 4 Jul. 2011, the disclosures of
which are incorporated herein by reference in their entirety.

FIELD

The present disclosure relates to a braking control unit for
a railway vehicle.

BACKGROUND

The current standard communications design in a railway
vehicle comprises a CAN bus which enables data to be
communicated along the train between devices including the
brake control units.

The CAN communication protocols have proven them-
selves over several decades of use. It is now conventional to
use standard laptop computers to operate diagnostic soft-
ware and the like, which laptops can be plugged into the
CAN bus and be used to communicate with the brake control
units. The standard interfaces currently used in Train Man-
agement Systems (TMS) such as RS-485, MVB and FIP are
regarded as being too slow by users, who want to use faster
standards such as Ethernet.

Ethernet in this context describes the lower-level com-
munications system i.e. the physical layer and simplest data
packet transfer. Users require higher-level protocols to be
supported that sit on top of Ethernet e.g. Profinet, CIP, TCP,
UDP, Web server, maintenance.

As brake systems are safety critical, it is necessary that
any executable software code that runs on the brake control
unit and any modules associated with the brake control unit
such as wheel slide protection is tested and validated to SIL.2
(Safety Integrity Level 2). The problem that this causes is
that each new module fitted to the system would need to be
validated to SIL.2. However, this requires several man years’
work and is too expensive and time consuming for most
projects.

GB 2395241 discloses a trailer brake electronic control
unit. The ECU has non volatile storage memory means for
storing braking related control parameters particular to the
vehicle and discretely programmable storage means to carry
operating data for one or more auxiliary functions of the
vehicle. This is operable to check one or more incoming and
outgoing variables and control algorithms against a pre-
defined list such as to safeguard the braking function against
error modes. This approach suffers from the drawback that
it does not meet users’ requirements for new APIs (appli-
cation programming interface) to support new protocols and
interface cards as the functionality in the control unit is
limited.

The present disclosure provides a more flexible brake
control unit arrangement.

SUMMARY

The present disclosure provides a brake control unit for a
railway vehicle having first and second cores, wherein the
first core is responsible for brake control functions and the
second core is responsible for communications, the arrange-
ment further comprising a switch adapted to control com-
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munication between the second core and a communication
bus on the railway vehicle so as to safeguard the braking
function of the first core, wherein the second core only has
write access to the communication bus when enabled by the
first core, which first core determines whether the system is
in a defined safe state to thereby safeguard the braking
function.

The main ‘Control” processor provides all standard Brake
Control Algorithm processing as before, but the TMS com-
munications are moved to a second ‘Communications’ pro-
cessor. The Communications processor is SILO compliant,
which reduces the requirement for testing.

Moreover all communications CPU performance is pro-
vided by the Communications processor, allowing more
performance for the control processor for Brake Control
Algorithms.

BRIEF DESCRIPTION OF THE FIGURES

An exemplary embodiment of the invention will now be
described in greater detail with reference to the drawings in
which:

FIG. 1 shows schematically train wide network architec-
ture; and

FIG. 2 shows schematically the architecture according to
the present disclosure.

DETAILED DESCRIPTION

FIG. 1 shows schematically a train wide network archi-
tecture showing a CAN bus 1. A brake control unit 2
comprising a core CPU 3 is connected to the bus 1. The
brake control unit 2 may be provided with one or more
modules such as the exemplary RIO (4) and RBX (5)
modules, which modules are arranged in series with the
brake control unit 2. The brake control unit core CPU 3 is
validated to SIL 2 standard. The RIO and RBX modules
must also be validated to SIL 2 standard.

A laptop 6 running standard diagnostic software is also
connected to the bus 1 via a USB-CAN bus dongle 7. This
arrangement allows the laptop to communicate safely with
the brake control unit 2.

FIG. 2 shows schematically the architecture of the train
network showing a CAN bus 10. A brake control unit 11
comprising first (12) and second cores (13) is connected to
the bus 10. The brake control unit 11 may be provided with
one or more modules such as the exemplary RIO (14) and
RBX (15) modules, which modules are arranged in series
with the brake control unit 11. The can bus 10 will typically
be a dual CAN bus having a level 1 brake bus and a level 2
train bus.

The brake control unit core 12 is responsible for the
braking function and is connected to the bus. The core 13 is
responsible for communication functions and is connected to
the bus 1 by way of a CAN switch 16, the operation of which
switch 16 is controlled by the brake control unit core 12. The
communication core 13 can receive data directly from the
CAN bus but cannot write data to the CAN bus unless
permitted to do so by the brake control unit core 12. The
communication core 13 comprises a web server and enables
web based applications to be installed and run on the core.
The communication core 13 and any applications or soft-
ware running on the core 13 need not be validated to SIL.2.
Typically the communications core will only write to the bus
when there is a software update or maintenance to the brake
system, which will require communication along the brakes
layer of the bus. The communications core 13 can monitor
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the data on the brake databus and this can either be logged
in the core or sent back to a driver. The separation of the
monitoring function from the brake control function will
also result in a performance enhancement to the brake core
12 as there is no extra loading. The arrangement also eases
interaction with different level 2 buses.

The SILO processor only has write access to the Level-1
network when enabled by the SIL2 processor, which deter-
mines whether the system is in a defined ‘safe state’ so as to
safeguard the braking function.

The bus is provided with several levels of security, with
communication on level 1 being the most secure as this is
used for safety critical data such as that relating to the
operation of the railway vehicle brakes. The communication
core 13 can receive data directly from the CAN bus but
cannot write data to the CAN bus unless permitted to do so
by the brake control unit core 12 when the core 12 has
determined that the brake system is in a safe state. Typically
such a safe state can include when the vehicle is stationary
but it may include further variables such as ensuring that the
emergency brake is applied or ensuring that the vehicle has
been stationary for a predetermined period of time.

The invention claimed is:
1. A brake control unit for a railway vehicle comprising:
first and second cores,
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wherein the first core is responsible for brake control
functions and the second core is responsible for com-
munications, the arrangement further comprising

a switch adapted to control communication between the

second core and a communication bus on the railway
vehicle so as to safeguard the braking function of the
first core,

wherein the second core only has write access to the

communication bus when enabled by the first core via
the switch, which first core determines whether the
system is in a defined safe state to thereby safeguard the
braking function,

wherein the second core can receive data from the com-

munication bus independent of the write access enabled
by the first core via the switch.

2. The brake control unit of claim 1, wherein the second
core has a safety integrity level SILO.

3. The brake control unit of claim 1, wherein the first core
determines whether the system is in a defined state by
determining if the vehicle is stationary.

4. The brake control unit of claim 1,

wherein the communication bus comprises a level 1 bus

and a level 2 bus,

wherein the second core is adapted to monitor the data on

the level 1 bus and either log the data in the core or send
the data back to a driver via the level 2 bus.
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